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STATEMENT ON BEHALF OF BOSTON ELEVATED 
RAILWAY COMPANY. 



There are now pending before your Committee the follow- 
ing matters with respect to which I desire to state the position 
of the Elevated Road: — 

1st. Certain bills providing for the construction of the 
following additional subways: — 

An extension of the Dorchester tunnel from Andrew 

Square to Codman Square in Dorchester. (Senate Bills 

128, 313, and House Bills 135 and 1010.) 

A subway from Dudley Street to Grove Hall in Roxbury. 

(House Bill 1011.) 

A subway from Forest Hills to Roslindale Square. (House 

Bill 1125.) 

An extension of the Washington Street tunnel to Dudley 

Street and removal of the elevated structure. (House 

Bill 732.) 

2d. Bills providing for the construction of a station in 
the Boylston Street subway at Arlington Street. (House 
Bills 369, 370, 371, 372 and 1278.) 

3d. A bill providing for the removal of the surface tracks 
of the Elevated on Washington Street between Adams Square 
and Kneeland Street, and directing the city of Boston to 
establish a new route between the same points. (House Bill 
1124.) 
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First: As to additional subways. There are now in the 
course of construction by the Transit Commission under the 
legislation of 1911 the following subways: — 

The Dorchester tunnel from Park Street to Andrew 

Square by way of the South Station; 

The Boylston Street subway; and 

The so-called East Boston tunnel extension. 

The cost of these tunnels when completed will undoubtedly 
exceed $15,000,000, and this does not include the cost of the 
necessary equipment, nor does it include the cost of completing 
the Boylston Street subway either to Park Street or to some 
point in the vicinity of the South Station or elsewhere as may 
be hereafter decided. 

No estimates have been made of the cost of the proposed 
subways from Dudley Street to Grove Hall, or from Forest 
Hills to Roslindale Square. The Transit Commission have, 
however, estimated that the cost of constructing an extension 
of the Dorchester tunnel from Andrew Square to Codman 
Square would exceed $6,000,000, that the cost of extending 
the Washington Street tunnel to Dudley Street would be 
approximately $9,000,000, and that the cost of the elevated 
structure between those two points, which it is proposed to 
destroy, was nearly $7,500,000. 

Comparatively few people appreciate the rapidity with 
which additional transit facilities have been provided within 
the last eighteen years. The amount of money which has 
been invested is out of all proportion to any increase in the 
business or in the income derived by the Road. 

In determining the attitude of the Elevated Road with 
respect to propositions for new subways and other burdens, it 
is essential that the Road should take into consideration not 
only the relative benefit, if any, which might accrue to par- 
ticular portions of the community, but also the cost and the 
losses which the Company would incur by reason of any new 
subways, and its financial ability to provide for such addi- 
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tional burdens. The investment, the charges and the operat- 
ing expenses have increased vastly more than the income. 

In 1897, as shown on the chart by a red line, the in- 
vestn^ent was about $26,000,000, and the total earnings 
nearly $9,000,000. Now the investment, excluding the Dor- 
chester tunnel and the East Boston tunnel extension, is over 
$110,000,000, while the total annual earnings are about 
$18,000,000. In other words, while the investment has in- 
creased over three hundred (300) per cent, the total earnings 
have increased only one himdred (100) per cent. The charges 
in 1897 were $880,000, and now they are over $5,500,000. 
That is, the charges have increased five hundred (500) per 
cent., while the total earnings have increased only one hun- 
dred (100) per cent. 

Of course, the main burdens have been the investment in 
Rapid Transit provisions, which have amounted to about 
$70,000,000, and the increase in wages two years ago which 
has amounted to about $500,000 a year, or to about two (2) 
per cent, on our capital stock. Generally speaking, the sub- 
ways and tunnels have been a loss. The Cambridge subway 
is losing us over $391,000 a year, and the Boylston Street sub- 
way $100,000 a year. The Washington Street timnel is, we 
believe, also a heavy loss; but because of the complications 
and the difficulty of getting at the exact revenue derived 
therefrom, we are imable to make any reliable calculations. 
The Tremont Street subway and the East Boston Tunnel 
together probably earn us something — ^not much — and we 
believe that both the Dorchester timnel and the East Boston 
tunnel extension will be losers. 

There now comes up the question of depreciation, which we 
have been able to take care of in the past, but which now 
calls for a much greater amount annually. 

We naturally object to the imposition of other conditions 
which would make a still greater loss. 

Be this statement new or old, it is of a stubborn fact, and 
accounts for our attitude. 
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The people of metropolitan Boston are a good people. 

I have lived among them for over forty (40) years. 

I have no complaint of their personal treatment of me. 

I like them — ^but, in street cars they are getting more than 
they pay for; or, as I prefer to put it, they ought to pay more 
for what they are getting. 

They have the best service for the money in the United 
States — ^rapid transit far beyond larger cities — subway, tun- 
nel, boulevard and elevated and free transfers to surfeit. 
Wages have been raised — the service has even been adjudged 
the safest in the country, and yet 

Investors are not getting a fair return. 

The public, the employee, and the investor are the three 
elements to be taken care of, and the investor is the only one 
who does not get what is fair. 

The financial condition of the Boston Elevated Rail- 
way Company is important from the standpoint of the pub- 
lic as well as from the standpoint of the stockholders. No 
corporation can give good service or provide additional 
facilities to meet public requirements imless it is in a finan- 
cially sound condition. Our experience with the great rail- 
road systems of New England in the last few years emphasizes 
the truth of this. 

At the present time the stock of the Boston Elevated 
Railway Company is selling on the market at $90 per share, 
which is substantially less than par. No new stock can be 
issued under the laws of the State of Massachusetts at a 
less price than par, so that as things now stand it is impos- 
sible for the Boston Elevated to issue additional stock to 
provide new money for improvements and additions. 

It is not in the interest of the public that any additional 
burdens should be imposed upon the Company which would 
jeopardize its dividends or prevent its stock from having 
a market value which would enable the Company to ob- 
tain new money from time to time. 

The present subways which are now in the course of con- 
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struction were authorized by legislation in 1911. The 
circumstances attending that legislation gave the Company 
the right to assume and to insist that no further subway 
burdens should be imposed upon it until at least the subways 
authorized in that year had been completed and an op- 
portunity given to find out by actual operation to what 
extent they met the reasonable requirements of the communi- 
ties to be served. Some members of the Committee are 
familiar with the circimistances of that legislation, but for 
the benefit of those who are not, I should like to state very 
briefly what took place at that time. 

For a number of years the people of Dorchester had been 
before the Legislature asking for the construction of a tunnel 
from Park Street by way of the South Station to South 
Boston and Dorchester and out to Mattapan and Milton 
Lower Mills. People in the vicinity of Newton, Brighton, 
and AUston had been before the Legislature seeking for 
rapid transit and for the construction of the so-called River- 
bank subway. The people from the West End, in the vi- 
cinity of Charles Street and Bowdoin Square, had been 
before the Legislature, Transit Commission, and the Rail- 
road Commission asking for additional rapid transit facili- 
ties. All these matters had been before the Legislature 
for 2, 3 and 4 years, and had been considered not only by 
the Transit Commission, but by the Board of Railroad 
Commissioners. They were all finally referred to the Transit 
Commission. The Elevated Road took the position that 
it was already burdened with all the obligations in regard 
to subways and elevated structures which it could afford 
to assume, and that, in any event, it should not be asked 
to assume the burden of the proposed subways unless its 
tenure of existing subways could be made certain so that 
it could properly finance the additional undertakings. 

Various hearings were had before the Transit Commission, 
and the representatives of the Dorchester interests agreed 
that they would be satisfied, for the present at least, with 
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a tunnel from Park Street to Andrew Square. The Transit 
Commission recommended, and the Legislature decided, 
that the leases of the existing subways should be extended 
provided the Elevated Road would consent to the con- 
struction: — 

1. Of a tunnel from Park Street by way of the South 
Station to Andrew Square in Dorchester, which was 
the timnel the representatives of Dorchester agreed 
they would be satisfied with; 

2. The construction of the Boylston Street subway in 
place of the Riverbank subway; and 

3. The construction of an extension of the East Boston 
timnel, substantially to Charles Street. 

This arrangement was embodied in two acts, namely, 
Chapters 740 and 741 of the Acts of 1911, and these acts 
were submitted for acceptance, first, to the city of Boston, 
and, second, to the Boston Elevated Railway Company. 
The acts were accepted by both parties, and thereupon 
leases were entered into between the city of Boston and the 
Boston Elevated Railway Company, and the construction 
of the subways in question was begun. 

Of course, I do not claim that there was any binding 
agreement as such, covering the matter of other and addi- 
tional subways, yet I do claim that it is only fair and reason- 
able under all the circimistances that no additional subway 
burdens should be imposed upon the Elevated Road, at least 
until the subways authorized by the legislation of 1911 have 
been completed and put in operation. 

Second: As to the proposed Arlington Street station. 

I have read the stenographic record of the testimony before 
the Committee on Metropolitan Affairs on February 10, 
relating to the proposed station at Arlington Street in the 
Boylston Street subway. 

Two things are clear. First, that the Boylston Street 
people say that they made a mistake in getting the subway 
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under Boylston Street, and, second, that the station is wanted 
to help their business. 

The Raiboad Commissioners distinctly ruled that a street 
railway system is not primarily for the purpose of develop- 
ing business at a particular spot. Incidentally, it may help 
business, but only incidentally. It is not to be used for the 
express purpose of helping business. 

- Now as to the mistake. Everybody makes mistakes. We 
do not blame the Boylston Street people for making a mistake 
and getting a subway. We do not even say, "We told you 
so," but it is entirely proper and fair to say, when people 
make a mistake upon an important question, that their judg- 
ment on that very question should be distrusted. And so we 
distrust the remedy proposed to correct the mistake. 

In the first place, it is highly important to keep in mind the 
fact that more than one-half of the passengers concerned, 
either cannot use the subway at all, namely, those coming from 
Huntington Avenue, from the south or west; or have a more 
convenient method, namely, those coming from the Tremont 
Street Subway, from the east and north. That is, the Hunt- 
ington Avenue passengers cannot use the subway to reach 
Arlington Street, and those coming from the north and east 
are brought to the siuface at Arlington Street, which latter is 
a much more convenient way than coming up out of a subway 
station. 

For short distances, siuface stations are more convenient 
than underground or overhead stations. We have not reached 
in Boston the size of New York. Metropolitan Boston's popu- 
lation is 1,500,000; New York's, 5,000,000. We cannot 
support four-track subways, — two tracks for express and two 
for local service. Here, our two-track subways furnish express 
service and our siuf ace cars furnish local service. Just as a 
New York passenger transfers from an express train to a local 
train to reach his destination, so here in Boston a subway 
passenger transfers to a siuface car to reach his destination. 
The Boston passenger has usually a much shorter distance to 
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go — one advantage that Boston has. In New York a pas- 
senger landed as near to his destination as Arlington Street 
is to Copley Square would consider himself well cared for. 
If he rode further in a surface car, he would pay. Here, we 
do better. We carry him free. 

There has been ample surface service in the district imme- 
diately contiguous to the comer of Arlington and Boylston 
Streets; that is, on Boylston Street, Park Square, md Colum- 
bus Avenue. Eighty-eight cars an hour in normal hours 
enter this district and in rush hours one hundred forty-three 
cars an hour enter it. Sixty and ninety-three per hour enter 
the subway at Arlington Street. They come from Chestnut 
Hill; Harvard Square, Cambridge, both Harvard Bridge and 
East Cambridge Viaduct; Raleigh Street; Central Square, 
Cambridge; Dorchester and Dudley Street; Cypress Street, 
Brookline, via Brookline Village; Jamaica Plain by way of 
South Huntington Avenue; Hyde Square, Jamaica Plain; 
Cypress Street, via Brookline Village and Longwood Avenue; 
Milton, via Dudley Street; AUston, via Brookline Village; 
Lenox Street, via Columbus Avenue; the Boston and Worces- 
ter cars; Franklin Field, via Seaver Street, Dudley Street; 
North Station, via Charles and North Charles Street; the 
South and West End lines; from City Point, South Boston; 
from Kendall Square, Cambridge; from Marine Park via 
Summer Street Extension, and, of course, by transfer from 
the entire system. 

There is no district better accommodated — great as are the 
accommodations of the elevated — ^in any part of the system. 

The scheme both of the Transit Commission and of the Ele- 
vated was to provide a surface station at Arlington Street, 
and the new open cut, and waiting platform were made at 
much expense to supply a provision both suitable and ade- 
quate. 

It is a fact that the utility of a station in a rapid transit 
thoroughfare is usually misconceived. Only a very few people 
will use such a station if they have to walk to or from it. The 



Digitized by 



Googk 



9 

Elevated scheme has been to establish stations not at given 
points, as was said at the former hearing, of perhaps 1,500 
feet apart, but at points fed, so to speak, by other lines, so 
that large nmnbers may ride to the stations on these "feeder" 
lines. So we have Harvard Square, Central Square, Kendall 
Square, Sullivan Square, City Square, North Station, Battery 
Street, State Street, Revere Beach and Rowes Wharf, South 
Station, Beach Street, Dover Street, Northampton Street, 
Dudley Street, Egleston Square, and Forest Hills. Thomp- 
son Square and Green Street, without feeders, were forced 
upon us and, as we expected, have done very little business, 
for they were mistakes. 

The stations in the Washington Street timnel make prac- 
tically one terminal, but the rule holds good; that is, Union- 
Friend and Haymarket, State and Milk, Winter and Summer, 
Boylston and Essex, are all fed by cross or intersecting lines. 
No such condition is afforded at Arlington Street, but 
such need as exists is recognized by the surface station. 

Much was said on February 10th about developing Boylston 
Street and comparisons were made with Washington Street. 
Now Boylston Street was never intended to be and will 
never be in our ken wholly a business street. Upon it border 
the Common, the Public Garden, the Arlington Street Church, 
the Museum of Natural History, the Institute of Technology, 
Trinity Church, Copley Square, the Public Library, the New 
Old South Church, Boston University and the Racquet 
Club, making it, in a sense, almost a one-sided business 
street. 

But Boylston Street is already developed. What there 
is left beside the places just recited is now devoted to business 
purposes. Boylston Street is doing well. We should not be 
running 143 cars per hour into or near it, besides 90 in the 
subway, if it were not doing well. The real areas to be devel- 
oped in this vicinity are those off Colimibus Avenue, St. 
James Avenue, Arlington Street Extension and Providence 
Street, and as they are developed, additional surface service 
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will be supplied. Both the East Boston tunnel, the Dor- 
chester tunnel, and the extension of the Boylston Street sub- 
way itself may contribute to this development. 

Just one word about the misunderstanding, which was 
mentioned by several, that there was to be a station at Arling- 
ton Street in the subway. This has no basis. The law, 
which expressly named only the Massachusetts and Copley 
stations, was passed in June, 1911. The vote of the City 
Council authorizing the extension of Arlington Street was not 
passed until March, 1912, nine months afterwards. The 
vote of the Street Commissioners was not passed until June, 
1912, and the principal building erected was not begun until 
the winter of 1913. 

It shoidd be borne in mind that the Elevated Road ac- 
cepted the Boylston Street subway in substitution for the 
Riverbank subway upon the understanding that the only 
stations upon it outside of the stations at the comer of 
Tremont and Boylston Streets and at Park Street should 
be the stations at Massachusetts Avenue and at Copley 
Square. The question of the additional expense was of 
extreme importance, as the estimates made at the time 
showed that the Boylston Street subway woidd in any event 
cost substantially more than the Riverbank subway— yabout 
$1,000,000 more. The addition of a station at Arlington 
Street in the original act would have meant not only an ad- 
ditional capital investment of either $180,000 without escala- 
tors or $230,000 with escalators, but also an additional 
annual expense of from $36,000 to $46,000 a year, depend- 
ing upon whether or not escalators were installed. 

But, in any event, should not this well-considered and 
carefully prepared plan of the Legislature, of the Transit 
Commission and of the Elevated be given more than a few 
months' trial before they are asked to change it? The Boyl- 
ston Street people themselves are tired of having the street 
dug up. Under the act of 1911, the Elevated took a lease 
of subways and tunnels, including the Dorchester tunnel, 
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the East Boston tunnel extension and the Boylston Street 
subway, which, with equipment and the completion of the 
Boylston Street subway, will cost over $20,000,000. The sub- 
way was opened for use only in October, 1914. The others 
are not yet even done. Isn't it a little early to change the 
plan, before anybody knows how that plan will work? The 
possibilities of the subway are yet to be found out, to say 
nothing of the two timnels. At least let them have a fair 
trial. 

With reference to House Bill 1124, which provides, in sub- 
stance, that the Elevated shall remove its surface tracks on 
Washington Street between Adams Square and Kneeland 
Street, and directs the city of Boston to establish a new 
route between the same points, it is obvious that the present 
service on Washington Street serves an extremely useful 
purpose and cannot be dispensed with unless something else 
is substituted for it. Whether it is practicable for the 
city to estabUsh any other route at any reasonable expense 
which would provide equivalent service, I am unable to say. 

Just a word about the proposed removal of the elevated 
structure. Apart from the legal and financial considerations 
involved, there is a very practical reason why the struc- 
ture shoidd not be taken down. 

We may need more rapid transit thoroughfares, but we 
certainly do not need less. It may be necessary to place 
a third track on the elevated structure. It may be neces- 
sary even at some future time to build a subway, but I 
can conceive of no greater mistake than to do away with 
a thoroughfare that we already have. 

As the community grows larger, as do the New York 
communities, the Philadelphia communities, and the Chicago 
communities, more are built, but none is taken down. 

It is common sense to hold on to what you've got. You 
need it now. You will need it in the future. 

WILLIAM A. BANCROFT, 

PresidenL 
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